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U. S. NAVAL AVIATION SAFETY CENTER
U, S. NAVAL AIR STATION
NORFOLK, VIRGINIA 23511
112/kn
Ser 1254

FOR OFFICIAL USE ONLY 26 October 1966
SPECIAL HAN;)LING REQUIRED IAW OPNAVINST 3750.6 SERIES

From: Commander, U. S. Naval Aviation Safety Center
To: Commanding VOfficer. U. S. Naval Air Statiom, Quonset Point, R. I.

Subj: NAS QUONSET PT AAR ser 1-66A concerning A-4B BuNo 142095
accident occurring 25 January 1966, pilot RICHARDSON

1. The subject report and all endorsements thereon have been reviewed.
Commander, Naval Aviation Safety Center concurs with the comments and
recommendations of the Aircraft Accident Board as modified by subsequent
endorsers subject to the following remarks.

2. The fatality in this accident most probably would have been averted
through adherence to ejection altitude limitations prescribed by the
NATOPS manual. Rigid adherence to these limitations must be assured
by thorough and repetitive indoctrination.

3. The A-4 NATOPS manual requires that commanding officers designate
test pilots in writing and states that the most important single factor
in getting good test flights is to pick experienced, conscientious pilots
for this purpose. Pilots not experienced in the aircraft to be tested
should not be accepted.

4. The cause of this accident has been recorded at the NAVAVNSAFECEN in-
dicating MATERIAL FAILURE/MALFUNCTION (engine - FOD) as the single cause

factor. "
= Q A . \&»»L\

PAUL D. BUIE

Copy to:

NAVAIRSYSCOMHQ (AIR 4042) (2)
COMNAVAIRLANT

COMFAIRQUONSET

NAVPLANTREPO LONG BEACH

FOR OFFICIAL USE ONLY
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U. S. NAVAL AVIATION SAFETY CENTER
U, S. NAVAL AIR STATION
NORFOLK, VIRGINIA 23511

Code 63/rs
21 February 1966

NAVAVNSAFECEN INVESTIGATION 37-6€

REFERENCES: (a) NAS QUONSET POINT msg 252230Z JAN 66
(b) NAS QUONSET POINT msg 2618322 JAN 66
(c) BUWEPSFLTREADREPLANT msg 282122Z JAN 66
(d) NAS QUONSET POINT PDIR #214 dated 4 FEB 66

1. INTRODUCTION. ' 4

A-4B BUNO 142095, in the custody of NA onset Point, R, I, and
piloted by LT Phillip G. RICHARDSON , USNR, 1315 took off from
NAS Quonset Point, R, I., on a scheduled initial test flight at 1332
(Local Time) on 25 January 1966, The aircraft had just undergone
progressive aircraft rework (PAR) and engine overhaul at the Overhaul
and Repair Department at NAS Quonset Point. After being airborne for
approximately one minute and 30 seconds the pilot reported explosions
in the engine and requested a straight in approach to duty runway 34,
Clearance was granted and the pilot was advised that the arresting
gear was inoperative due to frozen water Three more radio transmissions
by the pilot followed: (1) reporting dumping fuel, gear and flaps down
(2) a position report 2 miles south and (3) do you hold me? At a
position approximately one mile out on final approach, witness state-
ments verified normal approach attitude speed and a “little high". At
approximately 1/2 mile, low altitude was observed (75-100 ft) but the
deteriorating situation was temporarily arrested with 3.4 second
application of power. A puff of smoke was observed at approximately
1/4 of a mile and the aircraft was maneuvered into a slightly nose high
attitude in an obvious effort to conserve altitude, sacrificing speed
for distance. At 1336 the aircraft appeared to stall and spin, contacting
the water nose down and came to rest inverted in six feet of water, 100
feet short of runway 34, The pilot sustained fatal injuries, BUNO
142095 was destroyed (ALFA damage) by impact forces, No private
property damage was incurred.

2. INVESTIGATION AND ANALYSIS,

a. LT RICHARDSON was designated a Naval Aviator in 1960 and had
accumulated 2120 total flight hours, LT RICHARDSON was a test pilot
assigned to the O&R Quonset, His primary flight experience was in A-1
aircraft although he accumulated over 100 jet hours, 46 in A-4 air-
craft, LT RI was considered to be outstanding in pilot ability.

SPECTAL HANDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750,6E
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NAVAVNSAFECEN INVESTIGATION 37-66

b, The aircraft was accepted on 27 Septemoer 1957 and had been
flown a total of 1977 hours since acceptance., At the time of the
accident, the aircraft was on its initial test flight after having
undergone its fifth PAR/Overhaul at O&R Quonset, Duration of the
fatal test flight was four minutes,

c. The engine, J65.W16A serial W012029, was accepted on 16
September 1957 and 1471 hours operat.on had been logged. The engine
had undergone six overhauls, The last overhaul was completed on 9
December 1965 at O&ER Quonset,

d., Field investigatici: of the aircraft disclosed extensive salt
water damage. The forwa:d fuselage assembly to the aft edge of the
cockpit enclosure was crushed beyond repair, Engine rotation had
stopped prior to impa<t. .

e. The pilcc apparently made no attempt to eject,
f. The approach was executed with speed brakes extended,

g. A puncture was noted in the aircraft skin tangent to a break
in the engine compressor upper housing, Compressor blades suffered
varying degrees of extensive fracture and bending with conclusive
evidence of blade "log jamming", Several blades in stages 1, 2, and 3
had leading edge damage, Damage to several leading edges closely
matched the diameter of a No. 10 bolt (0,190 inches), Housing rubbing
was noted and occurred severely at the first stage.

h, The combustion chamber inner and outer liners were metallized
on the aft flange areas, All turbine rotor and stator blades were
moderately metallized, Small particles of steel and aluminum were found
throughout the engine interior and bearing cooling passages.

i, Small amounts of a red fiber material were found on the compressor
section components and two particles were present in the cooling air
passages at the rear main bearing sleeve, Material/laboratory examination
determined that the red fiber was similar to that of warning streamers,
The minute amount of fibers found is considered to be insufficient to
conclude engine huut%g: of a warning streamer.

j. At the time of this accident, three other incidents involving
foreign object ingestion by jet engines were under investigation at NAS
Quonset, All ingestions occurred within a 48 hour period.

k, All main engine bearings, gearbox assemblies and accessory drives
were in satisfactory condition, Fuel system components were found to
have no contamination. The fuel pump and fuel control were flow bench
tested and met overhaul test limits,

2
SPECIAL HANDLING l'm:n IN ACCORDANCE WITH OPIAVIE 3750,6E
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NAVAVNSAFECEN INVESTIGATION 37-66

1. Snow removal operations are of a continuing nature during the
winter months. Runway and taxiway sweep-downs regularly result in an
accumulation of nuts, bolts, wire, etc, from yellow and snow removal
equipment as well as other sources for FOD,

3. CONCLUSION.

The most probable cause of this accident is engine induction of a
foreign object, probably of ferrous material, which caused compressor
damage resulting in blade failure, At this time, while turbine blades

Jwere at operating temperatures, the blades were metallized with steel

particles, The gross and rapid f the compressor during. the

critical stage proach, induced ’ e which
probably precluded ejection and committed the pilot to remain with the

a. It is recommended that the Naval Aviation Safety Center continue
emphasis on the FOD problem in Approach Magazine, stressing:

(1) The cost of a bolt versus the cost of a human life as well
as the airplane, ¢

(2) The need to understand that stations requiring snow removal
are in "double jeopardy" inasmuch as snow removal equipment when
subjected to heavy strains can easily shed FOD material,

(3) Even runway sweepers are a source of FOD material.

b. It is recommended that the Naval Aviation Safety Center, through
Approach Magazine, encourage all Aviation Safety Councils to include
FOD as a permanent agenda item, requiring unit representatives to
continually report on the effectiveness of FOD measures within their
respective units.

5. ACTION COMPLETED.
a. The Overhaul and Repair Officer at NAS Quonset Point has

directed the establishment of an FOD Committee (O&R NOTICE 13720 dated
2 Feb 1966), Objectives of the Committee include: :

(1) Evaluation )f the effectiveness of aircraft cleaning
procedures, !

3
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(2) Evaluation of the extent to
spected for evidences of FOD at various

(3) Assessment of the effectiveness of the ramp clean-up

program.
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10/wn
25 October 1966

MEMORANDUM
To: 01 /
From: 10

Subj: NAS Quonset Point AAR ser 1-66A concerning A-4B BuNo 142095
accident occurring 25 January 1966, pilot RICHARDSON

1. In this accident an O & R test pilot incurred engine FOD on takeoff or shortly
: thereafter. While attempting a landing back at Quonset Point he lost power and
£ stalled, landing inverted in the bay and drowned.

2. The pilot was formerly in A-1's and h\ad only 45 hours in the A-4. The
closeout letter states that pilots should not be accepted as test pilots unless
experienced in aircraft to be tested. It is presumed that an experienced pilot
would have ejected within the envelope.

3. Suggest signature of 01,

Very respectfully,




RS

CIIAL. 308
serd 927
19 APR1966

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750.6 SERIES
SECOND ENDORSEMENT on NAS QUONSET POINT ltr ser 371 of 18 March 1966

From: Commander Naval Air Force, U. S. Atlantic Fleet
To: Commander, U. S. Naval Aviation Safety Center 3 F
)33

Subj: Afir Sea Rescue Facilities as utilized in Quonset Point AAR 1-66A;
adequacy of e

W. A. KIERNAN
By direction

1. Forwarded.

Copy to:
BUWEPS (FSA)
COMF.

AIRQUONSET '
CO, NAS QUONSET POINT
BUWEPSREP LONG BEACH
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SPECIAL HAIDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750.6 SERILS
FIRST ENDOKRSEMENT on NAS QUONPT ltr ser 371 of 18 Mar 1966

From: Commander Fleet Air Quonset

Tos Commander, U, S, Naval Aviation Safety Center

Via: Commander Naval Air Force, U. S. Atlantic Fleet

Subj: Air Sea Rescue Facilities as utilized in Quonset Point AAR 1-664;
adequacy of ; y

1. Forwarded, concurring with the basic correspondence. ‘

2. Air-Sea rescue facilities and procedures have been thoroughly reviewed
since the accident reported by reference (a); both are considered adequate.

'
F. MASSEY

Copy to:

COMNAVAVNSAFCEN (2 direct)
BUWEPS .

BUWEPSREP LONG BEACH

C0, NAS QUONPT

x
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SPEIAEWRWINWCBHIEPW%, QPNAVIRST
P3T50.6E

FOURTH ENDORSEMENT on NAS QUONSET POINT serial 1-66A, concerning A-LB,
BUNO 142045, accident occwrring 25 January 1966, pilot RICHARDSON

From: Chief, Bureau of Naval
To: Commander, U. S. Naval Aviation Safety Center

Subj: Adrcraft Accident

1. Forwarded.

2. A review of the oxygen shut-off valve in the A-l aircraft has been
completed. The present on-off oxygen control switch in the A=l aircraft
is a toggle lever with a positive overcenter cam operation which can only
be operated by a direct force raising the lever and moving it forward or
aft. A modification of the current switch would unduly complicate the
oxygen shut-off system and require additional space which is not avail-
able in the small, already overcrowded A-I cockpit.

3. In view of the destructive forces concentrated in the cockpit area,
and since this is the first known accident in which the shut-off valve
was accidently closed, redesign of the oxygen shut-off switch is not at
this time considered appropriate. )

Copy to:
COMNAVAIRLANT
COMPAIRQUONSET :
€O, NAS QUONSET POINT

W 2
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2 3 MAR 1966

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750.6 SERIES

THIRD ENDORSEMENT on NAS QUONSET POINT serial 1-66A, concerning A-4B,
BuNo 142045, accident occurring 25 January 1966, pilot RICHARDSON

From: Commander Naval Air Force, U. S. Atlantic Fleet
To: Commander, U. S. Naval Aviation Safety Center
Via: Chief, Bureau of Naval Weapons

Subj: Aircraft Accident Report

1. Readdressed and forwarded, concurring with the conclusions and
recommendations of the Aircraft Accident Board as modified by subsequent
endorsements. LY

2. Chief, Bureau of Naval Weapons is requested to comment on recommendation

5 of ‘the Board.
F. W/ [JOHNSTON, Jz

By ection

Copy to:

COMNAVAVNSAFECEN (2 direct)
COMFAIRQUONSET

CO, NAS QUONSET POINT
BUWEPSREP LONG BEACH
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C ' U. S. NAVAL AIR STATION
QUONSET POINT, R. 1. 02819 IN REPLY REFER TO:
AS/NHG: jek
80::3 11 /
' 18 MAR 1968 N

\
SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750.6 (SERIES)

From: Commanding Officer, U. S. Naval Air Station, Quonset Point, R. I.
To: Commander U. S§. Naval Aviation Safety Center

‘ Via: Commander Fleet Air Quonset

- Commander Naval Air Force, U. S. Atlantic Fleet

Subj: Air Sea Rescue Facilities as Utilized in Quonset Point AAR l-66A;
adequacy of

Ref: (a) SECOND ENDORSEMENT on NASQUONPT AAR 1-66A ser 272 of 2 Mar 66
Encl: (1) AIROPSINST 9820.2A of 2 Apr 64

. 1. As requested by paragraph l.b. of reference (a), the following comments:
4 concerning the adequacy of Air Sea Rescue facilities as utilized in sub+
: ject AAR are submitted:

a. The Crash Boat equipped and operated in accordance with enclosure
(1) arrived on scene .within two minutes after aircraft went into water.
A swimmer in an exposure suit was in the water around the aircraft within
three minutes after the Crash Boat arrived on the scene and was available
to assist the pilot had he been able to evacuate the aircraft. The
swimmer did not observe any air bubbles or other activity in the vicinity
of the cockpit.

b. A diver, sent down to ascertain the pilot's condition, was unable
to enter or explore the cockpit because the aircraft was inverted with
the cockpit enclosure firmly against the bay bottom. Further attempts
to assist in this manner were useless until salvage operations began and
the aircraft was lifted from the bay.

2. Air Sea Rescue facilities at NAS Quonset Point are considered adequate
and to have been properly used in this accide

Copy to:

COMNAVAVNSAFCEN (2 direct) -
BUWEPS o
COMNAVAIRLANT
COMFAIRQUONSET

BUWEPSREP LONG BEACH

:
;)
2
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U. S. NAVAL AIR STATION AIROPS 9820, 2A
Quonset Point, R, I, 073/FAR:cfb
2 April 1964
“ A I 9820, 2A

From; Air Operations Officer
To: Distribution

Subj: Crash Boats; operation of

1. Purpose, To promulgate instructions and procedures for the operation
of crash boats,

2, Cancellation, This Instruction cancels and supersedes Operations
Instruction 9820, 2,

3. ,u%tbntt*. The Boat Branch Officer, or in his absence the Leading
Chief, will promulgate the crash watch bill and shall be responsible for
all water rescue operations,

4, Operating Procedures,

a. Two 40' AVR's and crews shall be maintained in a ready condition
at all times, The duty crash crew shall be standing by and available on
one minute's motice, The standby crash crew shall remain in the general
vicinity of the Boat House,

b. One boat shall be on station whenever night FCLP's are in progress
at the Naval Air Station, Quonset Point, R. I.

¢. During normal working hours a crash boat will be scheduled for
daily trips to Hope Island, The Boat Branch shall utilize this trip for
crew training,

d, In cases of emergencies or precautionary landings, the duty crash
boat shall proceed to the standby position depending on the duty runway or
as directed by ENDIVE "0, '

e. In cases of "Blue Phone"” emergencies the duty crash and standby
crash boats shall launch immediately and proceed as directed by ENDIVE "0",
The diving boat shall proceed to the scene of the accident as soon as
feasible, In case of incl t weather, the 63' radar equipped AVR shall
be used as the duty crash t,

£, Boats shall be manned as indicated:

63' AVR = 8 men 40' AVR - 4 men

8. All crash boats shall contain the following emergency ﬁulpnnt:

(1) First aid kit (5) Sheath knife '

(2) Crash kit (6) Resuscitator !

(3) Spare life jackets (7) Blankets

(4) Litters (8) Quick donning survival suif. ocme (1

N P
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2 April 1964

h, Each crew shall include a qualified swimmer and all crew members
should be qualified to administer emergency first aid,

i, During winter months the duty crash boat and the standby crpsh
boat shall be warmed up hourly, > .
1

J. Bach coxswain before assuming duty crash or standby crash shall
inspect his boat and insure that it is in proper ruanning condition

that all emergency equipment is on board and operating properly,

s ¥ 2 ’
(. /.,{"/.(-‘r,«i'./r\

} A. H. CONN

[ 2 Commander, USN

DISTRIZUTION
List I, II, III
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SECOND ENDORSEMENT on NAS QUONPT 1-66A, concerning A-LB, BUNO 1L20L5, accident
occurring 25 Jan 1966, pilot RICHARDSON

From: Commander Fleet Air Quonset
To: Commander, U, S, Naval Aviation Safety Center
Via: Commander Naval Air Force, U, S. Atlantic Fleet

Subj: Aircraft Accident Report

1. PForwarded, concurring in the conclusions and recommendations of the board
as modified by the first endorser with the following additional comments:

a. If the pilot did have adequate power to maintain the desired glide slope
prior to engine seizure, as suggested by the first endorser, then his deep
position (approximately Qmile), upon reaching 200 feet, can only be explained
by his concern with landing on the end of the runway. This is understandable
since he was heavy and knew that the arresting gear was not av ailsble, but it
is contrary to the NATOPS proeedure for a low precautionary app roach, Follow-
ing this WATOPS procedure he would have been onlv 1000 feet from the .approach
end of the runway upon passing 200 feet and would have been able to land on the
runway if the engine failed at any point below the 200 feet mark. In order to
prevent handicapping test pilots in the future, initial test flights and engine
change test flights for high performance aircraft should not be conducted with-
out suitable arresting gear available,

—_—

il /M/‘I/CC_‘

M. H., TUTTLE

Copy to:

COMNAVAVSAFECEN (2)

BUWEPS

COMNAVAIRLANT

CO, NAS QUONPT

BUWEPREP LONG BEACH 2
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SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH
OPNAVINST 3750.6 SERIES

FIRST ENDORSEMENT on NASQUONPT AAR 1-66A, concerning A-4B, BUNO 142095
accident occurring 25 January 1966, pilot RICHARDSON

From: Commanding Officer, U, S. Naval Air Station, Quonset Point, R. I.
Tot Commander, U, S. Naval Aviation Safety Center
via: (1) Commander Fleet Air Quonset

(2) Commander Naval Air Force, U. S. Atlantic Fleet

Subj: Aircraft Accident Report; forwarding of
1, Forwarded.

2. An aggressive FOD prevention program is and has been in effect. This very
important program is emphasized by command through personal attention to it,
by frequent oral and written reminders and by adequate instructions. In
addition a six-man board appointed in the Overhaul and Repair Department is
investigating every aspect of the overhaul check/test procedures to eliminate
any possible area of contamination.

3. Additional and continuing emphasis is placed on all facets of operations
in accordance with NATOPS. Although it is conceded that this may have been

a factor in the death of the pilot it should be pointed out that this endorser
does not accept this conjecture as final. NATOPS prescribes a safe ejection
envelope at or above 200 feet altitude, It would, therefore, follow that
ejection below 200 feet is unsafe, From the statements of witnesses it ap-
pears that the pilot enjoyed adequate power for his approach to or beyond
descent through the 200 foot minimum prescribed. Indications are that complete
power failure occurred after passing the 200 feet minimum when the situation
had passed through the point of no return and the alternatives of ejecting or
riding the aircraft presented equally dangerous and impossible solution to the
pilot. Taking into consideration the known outstanding capability of this
pilot, it may be assumed that his evaluation of the situation included this
known or calculated risk in an already dangerous decision to continue. Even
though he reported an engine explosion and requested immediate clearance to
land, it is obvious that cockpit indications did not preclude his continued
attempt to return to the field., The fact that the aircraft was in a dirty
configuration while well out on final approach attests to the availability

of power and the ability to maneuver. It is conceded that an early decision
to eject would probably have saved the pilot's life; however, a decision to
eject after having passed through 200 feet in his descent would probably have
had the same disastrous results.

4, Concur in recommendation No, 3. Because of the inherent danger in test
flying, it would be highly desirable to have only the most experienced pilots
assigned to this duty. il




o o

AA/JFW :mmn
Ser: 9 o [

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH 14 FEB 1966 :
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5. The E-15 type arresting gear is scheduled to be installed on the Quonset
Point jet runway in Fiscal Year 1968, Updating this requirement for possible
earlier installation will be requested of higher authority,

6. Recommendation No, 5 is concurred in as action to be taken by higher
.ﬂtho".t’.

« YU{ SCARPNO

Copy to:

COMNAVAVNSAFCEN (2 direct)
BUWEPS

COMNAVAIRLANT
COMFAIRQUONSET

BUWEPSREP LONG BEACH

TSRS



SPECIAL HANDLING REQUIRED ia accandance OPNAY REPORT 37501

Pare. 66, OPNAV INSTRUCTION 3750.6,

AIRCRAFT ACCIDENT REPORT
OPNAV FORM 3750-1A (Rev. 3-63)
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PART V - THE ACCIDENT

On 25 January 1966, A4B Bureau Number 142095, was scheduled for an
initial test flight after undergoing Progressive Aircraft Rework (PAR)
at NAS Quonset Point, R, I, LT RICHARDSON, whose call sign was 4 VICTR
100, was assigned to make the flight, (See enclosure (1)). After a
normal pre-flight in which no discrepancies were reported, the aircraft
was started and taxied to the run-up area on runway 05, The aircraft
was held in the run-up spot for approximately fifteen (15) minutes due
to landing traffic, During this time evidence revealed that no aircraft
taxied in front of him, Re was then cleared to taxi to the approach end
of runway 34, At 1328 local time & VICTGR 100 was cleared to take off
and he reported that he was rolling, The take off appeared to be normal,
When approximately three (3) miles northwest of the field at an altitude
of about 800 feet the pilot heard an explosion in the engine section,
and this explosion was confirmed by witnesses on the ground, He commenced
a left turn to execute an immediate landing, One (1) minute and thirty (30)
seconds, from time of take off clearance, he called Quonset tower and
declared an emergency and requested an immediate landing on runway 34,
The tower cleared him for an immediate landing and asked his position,
He reported that he was about 5 miles west and had had an explosion in
the engine, (See enclosure (2)). The tower gave him the wind direction,
velocity, and altimeter setting and advised him of the fact that no
arresting gear was available, No further contact, visual or radio, was
made with 4 VICTOR 100 for approximately one (1) minute, At this time
4 VICTOR 100 was asked his position, He reported that he was one (1)
mile south, The tower said that they saw him and that he was dumping
fuel, His position was approximately two (2) miles south of the field
at about 1500 feet, turning onto the final approach heading, The approach
appeared to be normal until the aircraft was approximately one-half (1/2)
mile from the end of the runway, At this point a rapid increase in sink
rate vas noted, Power appeared to be added and the sink rate stabilized,
At approximately one-quarter (1/4) mile and 75 feet altitude the engine
apparently seized, The attitude of the aircraft was seen to become more
nose up and the sink rate increased sharply, Immediately prior to
impact the wings were seen to wobble and the aircraft struck the water
in a slightly nose high attitude with the right wing slightly down., Upon
contact with the water the aircraft decelerated rapidly end the nose
pitched down and dug into the water, The aircraft pitched up over its
nose and right wing and came to rest inverted about ninety (90) feet
from the seawall in seven (7) feet of water, on a heading of about 175°
magnetic, (See enclosure (3)), Enclosures (4) through (10) are state-
ments of eye witnesses, The total duration of the flight was approximately
four (4) minutes,

rngvz-nmrommam

As the aircraft contacted the water in a slight nose up, right wing
down altitude, the first damage suffered was:

a, Port and starboard flap buckled beyond repair
b, mmmhbocdndmbonddgumudutd

ammmnmmmmsno.smm
&
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¢, Starboard aileron trailing edge buckled
d, Port landing gear fairing and light damaged beyond repair

e, Port and starboard landing gear doors distorted and torn beyond
f. Port and starboard wheel well doors distorted and broken beyond

8. Port and starboard wing leading edge from fuselage to wing station
64 torn, buckled and broken from leading edge aft to forward wing spar,

h, Starboard slat, twisted and torn from stations 64 to 117,

i, Starboard inboard landing gear fairing forward end torn,

J. Starboard wheel well door hinge broken .

k. Nose gear door torn, most of door missing,

1, Nose gear actuating cylinder broken,
The aircraft then settled into the water, the nose went down sharply and
in an estimated water depth of 7 to 10 feet, the nose struck bottom,
At this time, forward speed decelerated very rapidly as the aircraft nose
section began breaking up and the aircraft rose to a vertical position,
At this time, the forward speed was nearly expended and the following
damage occurred:

a, In-flight fuel probe broken off to station 128, remaining section
was torn and bent down toward the underside of the fuselage,

b, The fuselage nose section aft to station 70 was broken up and
torn from the aircraft,

c. The fuselage nose section from stations 70 to 108 (cockpit area)
was broken and distorted, including the instrument panel, flooring, seat
and controls,

d, The windshield, complete, was torn from the aircraft and missing,

e, The ASQ-17 was torn loose and hanging by the connecting cabling,

f. The cockpit canopy was broken, the canopy frame, port, starboard
and aft sections were still attached by its hinge, All remaining sections
of the canopy frame were greatly distorted,

8. Forward fuselage pott side was buckled from stations 108 to 128,

. h, Forward fuselage starboard side was buckled from stations 108 to

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750,6 SERIES
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i mdag.Q.lkhm at station 125 buckled a torn loose on
starboard side,

All of the remaining attached portion of the fuselage nose to station 128
was distorted toward the bottom of the fuselage (see enclosure (11)). As
the aircraft continued beyond the vertical position to an inverted
position (see enclosure (12)), the starboard and port engine air inlet
scoops were distorted and bent from stations 125 to 180, Many rivets
were borken out in these areas,

The aircraft first contacted the water approximately 200 feet from
the seawall on a heading of 340°, Deceleration was very rapid and the
alrcraft came to rest inverted with the tail toward the seawall and
approximately 90 feet from the wall, The tide was receeding and at the
time there was about 7 feet of water where the aircraft came to rest,

Salvage of the aircraft commenced at approximately 1430 hours
utilizing afloating crane, YSD-34, The aircraft was hoisted by passing
a cable sling around both main landing gear shock struts (see enclosure
(11)). After hoisting from the water, the aircraft was lowered to the
forward deck of the floating crane (see enclosure (13)), While lowering
the aircraft to rest it on deck, the port engine air intake scoop was
completely buckled and torn from stations 125 to 180 and the vertical
stabilizer was crushed from stations 101 to 115, The rudder was also
crushed from stations 99 to 114,

Upon arrival at the carrier pier, an additional floating crane and
a PWD mobile crane were used in off-loading and turning the aircraft
upright (see enclosure (14)). During the off-loading operation, the
following damage was inflicted:

a, The forward fuselage starboard was torn from the aircraft
exposing the fuselage fuel cell,

b, The nose gear shock strut upper attach fittings were broken
loose from the fuselage,

¢, The aft fuselage, stations 342 to 400, was buckled and torn,

d, The speed brakes, port and starboard, were buckled and bent
along their aft edge,

e, The elevators, _port and starboard, were buckled from stations
X50 to X66,

Upon inspection, an additional damaged area was found as a puu:turc
from inside the fuselage, upper starboard, at station 218 at about 1 o'clock,
This damage, a hole approximately %" x 1%" was caused by a engine
compressor blade that broke through the engine compressor case,

The following components were not recovered with the aircraft:

RT 220/ARN21 TACAN Receiver/Transmitter
15448-1A1 Amplifier Assembly

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750,6 SERIES
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KY 81/APQ 89 Coder Assembly

1305/20 Antenna APX 6
1305-13 Antenna ARN 21
320911 Sight Assembly
5547536 Nose Cone

The aircraft had external fuel tanks installed on the wing stations,

Both tanks were torn off on initial contact with the water. Both tanks
were distorted and ruptured, They were recovered by crash boats at the
scene, The aircraft, engine and accessories are being held at the
Overhaul and Repair Department, NAS, Quonset Point, R, I, for salvage and
or repair, >

PART VII - THE INVESTIGATION AND ANALYSIS

The cause of the accident was engine failure which was precipitated
by the ingestion of FOD, (See enclosure (15)), When the pilot experienced
an engine explosion approximately three miles after take-off, he probably
had attained approximately 800 feet of altitude, Even though he probably
suffered a loss of power at this time, he obviously had substantial power
remaining, It appears that he correctly elected to enter the "low pre-
cautionary approach" pattern, Statements of witnesses vary, but the
perponderance of evidence is that, due to population areas, he entered the
"low precautionary approach' pattern at about two to three miles out at
approximately 1500 feet of altitude in a dirty configuration and with
sufficient power available at the time of entry,

osition, he had

When he reached approxiutoly the one

one-quarter mile p
let his altitude dem y :

Investigation revealed no evidence of attempted ejection by the pilot,
Even though the pilot was almost successful in getting the aircraft on
the runway, his failure to eject prior to reaching the mandatory ejection
point of 200 feet altitude and 1,000 feet from the end of the runway is
difficult to explain, It appears that the pilot, in concentrating on
getting the aircraft on the may, puud through his -nduory ejection
lltitudc \dthout realizing 1t v

. . LY ‘e

When the aircraft was recovered one speed brake was found to be open,
one speed brake three-fourths open, nd the
on the throttle was in the closed

SPECIAL HANDLUNG REQUIRED IN ACCORDANCE WITH OPNAVINST 3750,6 SERIES
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There is no evidenc failure of the safety or survival equi t

Even though this pilot had only 46 flight hours in the A-4, these
flight hours had been recently attained, He possessed an outstanding
knowledge of the aircraft and he possessed exceptional pilot ability,
He consistently demonstrated tremendous enthusiasm about flying and
he consistently remained calm, stable, and collected,

The fact that the pilot's military £light experience had been
predominately in A-1 aircraft and the fact that he had recently attained
approximately 60 £light hours in the T-1lA, an aircraft with relatively
good flare characteristics, conceivably influenced the outcome of the
accident,

The aircraft had a newly-overhauled engine by 04R in its initial
flight, Whether FCOD was ingested during maintenance and line operations,
or during taxi and take-off run is not known at this time, Problems
concerning FOD ingestion are continuing to be aggressively pursued.

(See enclosure (16)).

It appears that NATOPS was complied with except for the fact that
the pilot allowed himself to get below the mendatory ejection altitude
of 200' at well over the maximum horizontal distance from the runway
of 1000', When he reached this altitude of 200' at over a 1/4 mile
from the runway ho should have ejected. No change in the NATOPS Manual
is considered necessary,

PART VIII - CONCLUSIONS

It is the conclusion of the board that:

(1) The cause of this accident was engine failure which was
precipitated by the ingestion of FOD, See enclosure (15) for details,
When and where the FOD was ingested is not known,

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750.6 SERIES
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(2) That the cause of the pilot's death v?c that he fafled to
eject at the mandatory cjection alticude,

PART IxX - RECOMMENDATIONS
It is recomwended that;
(1) Agressive efforts be continued to eliminate the problems of
FOD, This roquires strict supervision of maintenance pPersonnel, line
personnel, and rigid air station FOoD policing,

(2) That additional emphasis be placed on the mandatory 2fjection
criteria in extremus situations as set forth i{n the FATOI'S manual,

{ (3) That each jet Pilot assigned to test fly O&R afreraft have _
completed a squadron tour in type,

(4) That all-weather arresting gear be installed on a

Biisssaioecn:
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NAS Quonset Point Serial 1-66A 25 January 1966 A4B BUNO 142095
Pilot: LT RICHARDSON

1. Photo of OSR Flight Schedule Board

2, Transcription of Tower Transmissions

3. view of A/C Showing Position Relative to Seawall

4, Statement of CIR » RATCC Officer

3. Statement of st, RATCC Officer

6. Statement of

7. Statement of

8, Statement of

9. Statement of ACC, Tower Supervisor

10, Statement fo ACl, Local Controller

11, View of A/C Damage to Nose Section

12, View of A/C Being Hoisted Aboard YSD-34

13, View of A/C on Deck of YSD-34

14, View of A/C During Righting Procedure on Pier

15, BEngine Disassembly and tion Report (original omnly)

16, Statement of CIR % OsR Production Manager
oaly)

17, Medical officer's Report (or

/
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TRANSCRIPT OF TOWER TAPE RECORDING
4 victor, taxi into position and hold,
4 victor

4 victor, check the aircraft turning left off the end,
Cleared for take-off,

4 victor, rolling,

Navy Quonset Tower, this is 4 Victor declare emexgency,
Immediate landing 34,

Tower Roger & Victor, what is your distance and direction froo
the field, please?

4 Vvictor I am just about 5 miles west of the field, Had an
explosion in the engine of some sort,

Tower mb'mm. You will be cleared to land on runway
34, No arresting gear available, The winds are 20
degrees at 5, altimeter 3020,

4 Victor 4 Victor

Tower 4 victor, what is your position?

4 Victor About a mile to the west

Tower 4 Victor, your transmissions fading very badly, Request
you keep me advised throughout your traffic pattern,

4 Vietor Do you hold me?

Tower 4 Victor, do not hold you at this time, continue approach,
Roger, I hold you now, you're dumping.

4 Viector (garbled) Field/Fuel does it look like I'm dumping?

Tower Roger, I have you,

4 Victor Okay, roger,

mmmumvmmn&sm
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1 was in the tower when 4v100 called for an immediate landing, He
reported that he had an engine compartment explosion, I ordered Chief
Chesnutt, the tower supexvisor, to pull the crash alarm telephone, which
he did, I directed my initial attentions to the movement of emergency
equipment and the availability of the xunway, Runway 34 was clear and
available; emorgency equipment was moving into position; and the "A" stand
controller, Reason, ACl, cleared 4v100 to land, He had reported his
position as 5 miles west, (Meantime, I called O6R Flight Test Ready Room
and reported 4V100's situation and aeked them to pass the word to the O&R
officer). s

We then searched the gky to the southwest for 4V100. He was sighted
at a long 45 degree position at about four miles, I hesitate to estimate
his altitude,

My main attenriouns were directed to the actions of tower persounel,
crash and rescue equipment movements, and the passing of information, I
was not critically aware of his speed, altitude or position until he was
in close, I did observe that his wheels were down and he had at least
partial flaps,

when 4V100 was at about 1/4 miles from runway 34 threshold, be was
lower and slower than I wanted to see him, I remarked to another observer
that 4V100 was not going to make it unless he had considerable power
available, At that point, he {incroased his angle of attack and his power
came on, quite visibly, for a few seconds and then suddenly decreased,

Immediately after the decrease he stalled, First, his left wing dropped,
then his right, in quick succescion, He seemingly fought them both success-
fully and then the nose dropped. I think he struck the water in a nearly
flat attitude, some left yaw, very slightly right wing down. As soon &s
his wheels touched he flipped {nvertad in shallow watex, No fire, no
explosion! Crash site was about 300 feet from rumway 34 threshold and about
125 feet from the retaining wall bulkhead,

At this point my atteation was again divided, I chacked the position
of the crash rescue boat and the movement of the boat and crash trucks, I

. noted that all emergency equipment was given immediate clearance to the scene,

that the field was closed to other aircraft traffic, that cor (B che

Air Operations Officer, departed for the crash scepe, that the word was

being passed on the crash alerm eircuit, These actions took only a few
seconds, I then td.qho’i the Executive Officer, who already had the word
from the crash circuit, ~He stated that he would inform the Commanding officer,

Thereafter my efforts were divided between assisting rescue efforts and
diverting airborne traffic,

w5

1 am the RATCC Officer, RATCC #6, Naval Air Station, Quonset Point, phode
Island, I em a Naval Aviator with twenty-three years of flying experience,

mmmnmmnmsno.o SERIES
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At approximately 1830Z I was notified via the crash phone circuit that
an A4E, 4V100 had reported an engine compartment explosion and had

been cleared for and was starting to execute an approach to Runway 34.

1 proceeded directly to the Control Tower and upon arrival was informed
that the radio transmission from 4V100 had faded out and radio communi-
cations were lost., In addition, 1 was told that 4V100 had dumped fuel
and was on a high, deep base leg for Runway 34. At this time I visually
sighted 4V100 just turning on a long, high final approach. Bacause my
attention was divided between watching 4V100 and other air traffic con-
trol functions plus crash and rescue procedures, I do not know at what
point the landing gear was extended, however I first became aware that
the gear was down at approximately three miles. At this point the air-
craft appeared to be set up on a good final approach with a rate of
descent that would allow him to reach the field. From my observations
I am confident that the aircraft still had at least partial power avail-
able at this time. The fact that the gear was lowered and the drop
tanks had not been jettisoned contributed to this opinion. The rate of
descent appeared to remain constant until approximately one-half to
three-quarters of a mile. At this point a puff of smoke appeared as

if the pilot attempted to add power and the rate of descent increased.
It was not until this point that I had had any doubt that the landing
would be effected safely. As the aircraft lost altitude rapidly, the
angle of attack increased. Just prior to striking the water the left
wing dropped sharply, was picked up, and the right wing dropped. This
was corrected to a wings level attitude with the angle of attack de~-
creased slightly. The aircraft contacted the water in a wings level,
slightly nose high attitude. On impact the aircraft immediately flipped
over on its back and I lost sight of it because it was concealed by the
seawall. At this point I concentrated my attention entirely on the
control of airborne aircraft that required diversion to other airfields.

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750.6 SERIES

Enclosure (35)




|

ENCL (5)

o

starevent or Lcow [ENEEHENEN 110, US¥
AIRASRON THREE TWO NAS QUORSET POINT, R. L.

I was the pilot of the first S2F (MANPOWER 38) in a flight of two
S2F's preparing to take off on a £light from NAS Quonset Point, Rhode
I'l‘ﬂdc

At approximately 1328, I was the #1 aircraft holding short of the
approach end of runway 34, when 4 VICTOR called declaring an immediate
emergency. This transmission was followed in about 30 seconds with a
transmission explaining that he (4 VICTOR) had experienced an explosion of
some kind in the engine. The pilot was advised to keep the tower informed
of his position and continue with his approach.

Approximately 2 minutes later, Quonset Tower informed the pilot of
4 VICTOR that they had the aircraft in sight and that he was dumping
fuel. This transmission was acknowledged by the pilot of 4 VICTOR and
vas the last transmission I heard &4 VICTOR make.

I first observed 4 VICTOR about 2 miles from the approach end of
runway 34, lined up directly with the runway, for a straight-in type
approach.

As the aircraft approached the runway it appeared to be getting into
a nose high condition, while continuing to settle toward the water short
of the approach end. It did not appear as if the pilot had any power
available to stop the rate of descent. The aircraft collided with the
water about 15 feet short of the seawall and immediately flipped over
tail first, coming to rest upside downm, immediately adjacent to the sea-
vall. The aircraft was observed to be in a gear down condition from
i;;;t observation until impact. The time of the crash was approximately

1 am a designated Naval Aviator with 4100 hours of flight time.
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25 January 1966
STATRMENT OF mmm. USN, VS-32, NAVAL AIR STATION,
QUONSET s ISLAND

1 was co-pilot of Manpower 38 which was holding short of runway 34
awaiting take off clearance, Adrcraft Four Victor (A4) received take-
off clearance and I estimate five minutes later I heard him call Quonset
Tower and declare an {mmediate emergency. The tower cleared him back
for landing and asked his pocition and nature of emergency. I understood
him to say he was five miles west and had had an explosion in the aft part
of the aircraft, Shortly thereafter there was a garbled transmission from
mmmwmm..uquumcmmmugm. A very
few seconds later the tower said they did have him in sight, and that he
was dumping, Four Victor acknowledged and I heard no more transuissions
from him, 1 estimate about a minute later I observed Four Victor approx<
mcdymdluwtcna.trd.shtuwmq%. He was in a landing

topside in the water, The aircraft was extremely cocked-up on impact. I
estimate that crash trucks were at the bulkhead within one minute and crash
boats alongside shortly thereafter, Time of the crash was approximately
1333 local,

1 am a designated Naval Aviator with npprotmuly nine and onme-half
years experience and 2850 hours of flight time,
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statR:enT of LCoR BN /1310, USN, AIRASRON 32, NAVAL
AIR STATION, QUONSET POINT, RHODE ISLAND

25 January 1966

At the time of the accident I was the pilot of the second S2F of a
flight of two S2F's at the approach end of runway 34 awaiting take-off
clearance, Two A-4's from 0 & R had just taken off, one or two aircraft
had been cleared to land, when Four Victor called that he was declaring
an immediate emergency, He reported that he heard a muffled explosion in
his engine, The tower acknowledged his transmission and cleared him for
landing. The tower asked his position, and I believe he reported being
five miles west of the field, The tower notified him that he was not in
sight, to keep the tower informed of his progress, Shortly thereafter the
tower reported they observed him dumping fuel. No transmissions were heard
from the aircraft after this transmission to the tower requesting that they
verify his fuel dumping properly,

I first observed the aircraft one to 2 miles from the approach end of
runway 34 in the landing configuration, As the aircraft approached the
runway it appeared to be getting more and more cocked up, as though he
were trying to stretch a glide, It didn't seem as though he hed any thrust
from the engine available, Just prior to his colliding with the water it
appeared as though the aircraft became extremely unstable, as though it was
stalling out., Due to my position behind the first S2F I was unable to
observe the aircraft colliding with the water,

I am a designated Naval Aviator with 4100 hours of flight time,
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while on duty in the Quonset Point Control Tower on 25 January 1966,
as the Tower Supervisor, the following is my statement on the events prior
to andafter the crash of 4V100, A4, attached to O&R NAS Quonset Point.

In the control tower we had been involved with an A-1 and an A-4 land-
ing with unsafe wheels. 4V100 A4 bad been delayed on his departure due
to these two aircraft. I would estimate 15 to 20 minutes delay.

1 vas primarily involved withpaperwork with the first two aircraft when
4V100 A4 departed. However shortly after 4V100's departure I heard the
call made to Quonset tower by 4V100 requesting emergency landing R/W 34,
position 4 west and reporting an inflight explosion.

1 immediately pushed the crash horn to alert the crash vehicles and
vas turning to pass the information via squawk box to all stations in the
Operations building as advised me to pull the crash phone. This
I did passing all information I had regarding aircraft identification,
position and the fact the aircraft had an inflight explosion and was making
an emergency landing on R/W 34.

1 then directed my attention to find the aircraft visually and spotted
him almost immediately approximately two miles out on final, slightly
left of centerline and high. I checked the aircraft with binoculars and
wheels appeared to be down.

I would estimate at 1/4 mile out on final the aircraft seemed to waiver
slightly and started to drop rapidly. It appeared to me with the nose down
and left wing low the aircraft struck short of the runway and nosed over on
its back. Due to the snow, mud and water spray, the aircraft was completely
out of sight. When the debris settled the aircraft was not visible and
appeared to be in the water short of the seawall.

At this time I had just secured the crash phone for the second time. I
had pulled the phone when it became apparent to me the aircraft would not
make the runway. The aircraft had crashed and I was passing the information
to all stations almost immediately.

At this time I immediately closed the field and broadcasted on the FM
gear clearance for all vehicles to proceed to the scene. The next few minutes
1 was busy diverting aircraft to South Weymouth and Otis and advising all
concerned that the field would be closed for an indefinite period.

I immediately set myself up on the PM 40.82 mcs to relay instructions
from the on-scene commander and relay requests and instructions as received.
I had four aircraft waiting departure - two at the approach end of the run-
way and two on R/W 5. Due to the time involved these aircraft were not
moved because of snow banks and no place to put them. After the crash they

were taxied to their lines.

”
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4V100 reported four or five miles west requesting immediate landing. I
requested type emergency. 4V100 replied explosion in the aircraft. &4V100
was cleared to land R/W 34, given the wind and altitude. About two minutes
later 1 requested 4V100's position and be replied high 90° or higher over
Jamestown Bridge, dumping. I advised 4V100 that 1 bad him in sight and he

vas cleared to land.

4V100 made another transmission but was very weak. I told him he was
weak. (At the end of my transmission I noted 4V100 was talking so his
transmission was blocked.) No further transmissions were received from

4V100.

: 4V100 was held in the runup spot for an extended time for two
aircraft to land with unsafe landing gear. The time was about 15 or 20

minutes.
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VIEW OF A/C BEING HOISTED ABOARD YSD-
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VIFY OF A/C ON DECK OF YSD-34
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VITH OF A/C DIRING RIGHTING PROCEDRE ON PTER
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